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(57) ABSTRACT

A method for emergency driving is carried out in a hybrid
vehicle which includes an engine, a first motor connected to
the engine through an engine clutch, and a second motor
directly connected to the engine so that power transmission is
possible, where a DC-link is charged with a counter electro-
motive force of the first and second motors, generated by
driving energy of the vehicle or power of the engine when a
main relay is off during driving of the vehicle. The DC-link of
which voltage control is performed is used as a power source
for the emergency driving of the vehicle. In the emergency
driving of the vehicle using the DC-link as the power source,
the engine clutch between the engine and the first motor is
separated, and the vehicle is then driven by a driving force of
the first motor.

9 Claims, 6 Drawing Sheets
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1
METHOD FOR EMERGENCY DRIVING OF
HYBRID ELECTRIC VEHICLE

CROSS-REFERENCE TO RELATED
APPLICATION

This application claims under 35 U.S.C. §119(a) the ben-
efit of Korean Patent Application No. 10-2014-0043948 filed
on Apr. 14, 2014, the entire contents of which are incorpo-
rated herein by reference.

BACKGROUND

(a) Technical Field

The present invention relates to a method for emergency
driving of a hybrid electric vehicle. More particularly, the
present invention relates to a method for emergency driving
of a hybrid electric vehicle, in which the vehicle is able to
perform the emergency driving when a high voltage main
relay is abnormally off during driving of the vehicle.

(b) Description of the Related Art

A hybrid vehicle refers to a vehicle that can be driven by
efficiently combining two or more different kinds of driving
sources. In common usage, a hybrid vehicle refers to a vehicle
driven by an engine obtaining torque from combustion of fuel
and a motor obtaining torque from electric energy of a battery.

In the hybrid vehicle, various power transmission struc-
tures can be configured using the engine and the motor. Most
hybrid vehicles employ one of parallel-type and serial-type
power transmission structures.

The hybrid vehicle can obtain the optimal output torque,
based on how to harmoniously operate the two driving
sources, i.e., the engine and the motor while the vehicle is
being driven using the engine and the motor.

The hybrid vehicle is driven in an electric vehicle (EV)
mode that is a pure electric vehicle mode using only power of
the motor or in a hybrid electric vehicle (HEV) mode using
together power of the engine and power of the motor.

When the hybrid vehicle is braked or when the hybrid
vehicle is driven by inertia, a regenerative braking (RB) mode
in which braking and inertia energy are collected through
power generation of the motor is performed.

A typical powertrain of the hybrid vehicle is of a type have
an engine clutch between the engine and the motor, and has a
structure in which the engine, the engine clutch interposed
between the engine and the motor, the motor (driving motor)
and a transmission are sequentially arranged. A battery is
rechargeably connected to the motor through an inverter that
is a power conversion device.

FIGS. 1 and 2 are diagrams illustrating main components
of'ahybrid vehicle having two motors (MG1 and MG2) 3 and
5. An engine clutch 2 is interposed between an engine for
driving the vehicle and a first motor (MG1) 3. The engine 1
and the first motor 3 may be mechanically connected by the
engine clutch 2 so that power can be transmitted therebe-
tween. Alternatively, the engine 1 and the first motor 3 may be
separated by the engine clutch 2 so that the power transmis-
sion is interrupted.

The first motor 3 is mechanically connected to a vehicle
wheel 9 through a transmission 8 so that power can be trans-
mitted. Accordingly, when the engine 1 and the first motor 3
are driven, the power can be transmitted to the wheel 9
through the transmission 8.

The hybrid vehicle further includes a second motor (MG2)
5 mechanically connected to the engine 1 through a belt or the
like so that power can be transmitted, a first inverter 4 for
driving the first motor 3, and a second inverter 6 for driving
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the second motor 5. The first and second inverters 4 and 6 are
connected to a high voltage battery (main battery) 10 through
a DC-link 7 having a capacitor C.

The first and second inverters 4 and 6 supply, to the high
voltage battery 10, regenerative power generated by the
motors 3 and 5 in regeneration of the motors through the
DC-link 7, or receive power from the high voltage battery 10
through the DC-link 7 to drive the motors 3 and 5.

In addition to the first and second inverters 4 and 6, high
voltage components including a low voltage DC to DC con-
verter (LDC) 13, an air conditioner compressor (A/C), an
electric oil pump (EOL) and the like, which will be described
later, also receives power of a high voltage power source
through the DC-link 7.

A main relay 11 for selectively supplying/interrupting the
power of the high voltage battery 10 is installed in the hybrid
vehicle. The main relay 11 is positioned between the high
voltage battery 10 and the DC-link 7 to mechanically connect
or interrupt the flow of power (to control the power between
the high voltage battery 10 and the DC-link 7).

The on/off of the main relay 11 is controlled by a battery
management system (BMS) 12. The high voltage battery 10
supplies power through the main relay 11 or receives power
through the main relay 11 to stores the received power.

A low voltage (12V) battery (auxiliary battery) 14 and a
low voltage electric field load (not shown) are connected to
the DC-link 7 through the LDC 13. In addition, high voltage
components including the A/C 15, the EOP 16 and the like are
connected to the DC-link 7, to receive the power of the high
voltage battery 10.

The LDC 13 is a device that acts as an alternator of a
general gasoline vehicle in the hybrid vehicle. The LDC 13
performs power conversion between a high voltage power
source and a low voltage electric field load (a low voltage
battery or a low voltage electric field load in other vehicles).
The LDC 13 drops a DC voltage of a high voltage power
source in the vehicle, such as the high voltage battery 10, and
supplies the dropped DC voltage to the low voltage battery 14
and other low voltage electric field loads.

That is, the LDC 13 converts the high voltage DC voltage
supplied from the high voltage battery 10 and the high voltage
DC voltage of regenerative energy generated by the motors 3
and 5 into a low voltage DC voltage, and charges the low
voltage DC voltage in the low voltage battery 14 or supplies
the low voltage DC voltage to the low voltage electric field
load.

The LDC 13 does not receive a high voltage input and
therefore does not operate. If the LDC 13 does not operate, the
charging of the low voltage (12V) battery 14 is impossible,
and the LDC 13 cannot perform its function of supplying
power to the low voltage electric field load.

Therefore, the low voltage (12V) electric field load con-
tinuously consumes the power of the low voltage battery 14.
As a result, the low voltage battery 14 is discharged, which
causes inconvenience in normal driving of the vehicle. In
addition, the driver’s safety is threatened.

Particularly, if the low voltage battery 14 is discharged
during driving of the vehicle, most controllers in the vehicle,
which receive power from the low voltage battery 14, stop
operating.

For example, if the low voltage battery 14 is discharged to
a predetermined voltage or less, a control power source of a
motor driven power steering (MDPS) device in the vehicle is
most sensitively off. Accordingly, a steering wheel is locked
in the discharging of the low voltage battery 14, and therefore,
the driver’s safety is seriously threatened.
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When the high voltage main relay 11 is off, operations of
other various kinds of high voltage components, e.g., the A/C
15, the EOP 16 and the like are also impossible.

Particularly, the EOP 16 is installed to supply oil pressure
to the transmission 8. When the EOP 16 does not operate, the
oil pressure in the transmission 8 is not formed, and hence a
problem occurs in that the driving of the vehicle is impossible.

Unlike a vehicle using a mechanical oil pump and an elec-
tric oil pump, when a main relay is off due to fail of other high
voltage components during driving of a vehicle having only a
high voltage electric oil pump mounted therein, the electric
oil pump also receives no driving power. Therefore, the oil
pressure of a transmission cannot be formed, and the driving
of the vehicle is impossible.

SUMMARY

The present invention provides a method for enabling a
high voltage component such as a low voltage DC to DC
converter (LDC) or electric oil pump (EOP) driven at a high
voltage even in a situation in which a high voltage main relay
of'a hybrid vehicle is abnormally off, and enabling the hybrid
vehicle having the high voltage component mounted therein
to perform emergency driving in a limp-home mode.

In one aspect, the present invention provides a method for
emergency driving of a hybrid vehicle which includes an
engine, a first motor connected to the engine through an
engine clutch, the first motor being connected to a vehicle
wheel side so that power transmission is possible, and a
second motor directly connected to the engine so that power
transmission is possible, the method including: charging a
DC-link with a counter electromotive force of the first and
second motors, generated by driving energy of the vehicle or
power of the engine when a main relay is off during driving of
the vehicle; controlling the voltage of the DC-link, using a
second inverter connected between the DC-link and the sec-
ond motor in an engine driving state; and using the DC-link of
which voltage control is performed as a power source for the
emergency driving of the vehicle, wherein, in the emergency
driving of the vehicle using the DC-link as the power source,
the engine clutch between the engine and the first motor is
separated, and the vehicle is then driven by a driving force of
the first motor.

In an exemplary embodiment, the method may further
include deciding whether the voltage controllable output of
the second inverter satisfies a condition in which the driving
of a first inverter connected between the DC-link and the first
motor and the driving of a high voltage component are pos-
sible. When the condition is satisfactory, the emergency driv-
ing where the vehicle is driven by the driving force of the first
motor may be performed.

In another exemplary embodiment, when the condition is
not satisfactory, it may be decided whether the voltage con-
trollable output of the second inverter satisfies a condition in
which the driving of the high voltage component is possible.
When the voltage controllable output of the second inverter
satisfies the condition in which the driving of the high voltage
component is possible, the engine clutch may be controlled in
a slipping state, and simultaneously, the emergency driving
where the vehicle may be driven by the driving force of the
first motor using the DC-link as the power source and the
power of the engine.

In still another exemplary embodiment, in the emergency
driving of the vehicle using the DC-link as the power source,
the high voltage component may be driven using the DC-link
as the power source.
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In yet another exemplary embodiment, the high voltage
component may include an electric oil pump (EOP) for form-
ing oil pressure of the engine clutch and a transmission.

In still yet another exemplary embodiment, when ‘voltage
controllable  output  (T*_,xw,,) of the second
inverter>demand output (T*,, xw,,) of the first inverter+de-
mand output of the high voltage component’, it may be
decided that the voltage controllable output of the second
inverter satisfies the condition in which the driving ofthe first
inverter and the driving of the high voltage component are
possible. Here, T* , is a torque instruction with respect to the
second inverter, w,, is a rotary angular speed of the second
motor, T*_, is a torque instruction with respect to the first
inverter, and w,, is a rotary angular speed of the first motor.

In a further exemplary embodiment, in the controlling of
the voltage of the DC-link, the second inverter may be con-
trolled to receive a torque instruction for maintaining a con-
stant voltage from a voltage controller and to output torque
according to the torque instruction from the second motor.

In another further exemplary embodiment, in the control-
ling of the voltage of the DC-link, the torque instruction for
controlling the second inverter may be calculated according
to a voltage target value of the DC-link, a voltage detection
value of the DC-link and a rotary speed of the second motor.

In still another further exemplary embodiment, in the con-
trolling of the voltage of the DC-link, a regenerative torque
instruction may be generated when the voltage detection volt-
age of the DC-link is smaller than the voltage target value of
the DC-link, and a driving torque instruction may be gener-
ated when the voltage detection voltage of the DC-link is
greater than the voltage target value of the DC-link.

Other aspects and exemplary embodiments of the inven-
tion are discussed infra.

According to the method of the present invention, the DC-
link can charged with the counter electromotive force gener-
ated in the first and second motors, and the high voltage
component such as the LDC, EOP or air conditioner com-
pressor (A/C) can be driven using, as a power source, the
DC-link voltage controlled through the second inverter.

Further, the emergency driving of the vehicle using the first
motor as a driving source is possible using the DC-link as the
power source in addition to the driving of the high voltage
component.

The above and other features of the invention are discussed
infra.

BRIEF DESCRIPTION OF THE DRAWINGS

The above and other features of the present invention will
now be described in detail with reference to certain exem-
plary embodiments thereof illustrated the accompanying
drawings which are given hereinbelow by way of illustration
only, and thus are not limitative of the present invention, and
wherein:

FIGS. 1 and 2 (RELATED ART) are diagrams illustrating
the main components of a hybrid vehicle;

FIG. 3 is a block diagram illustrating power transmission
flow in emergency driving of a hybrid vehicle according to an
embodiment of the present invention;

FIG. 4 is a flowchart illustrating a method for emergency
driving of the hybrid vehicle according to the embodiment of
the present invention;

FIG. 5 is a diagram illustrating a voltage controllable out-
put of a second inverter, a demand output of a first inverter,
and a demand output of a high voltage component; and
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FIG. 6 is a flowchart illustrating a method for emergency
driving of the hybrid vehicle according to another embodi-
ment of the present invention.

It should be understood that the appended drawings are not
necessarily to scale, presenting a somewhat simplified repre-
sentation of various preferred features illustrative of the basic
principles of the invention. The specific design features of the
present invention as disclosed herein, including, for example,
specific dimensions, orientations, locations, and shapes will
be determined in part by the particular intended application
and use environment.

In the figures, reference numbers refer to the same or
equivalent parts of the present invention throughout the sev-
eral figures of the drawing.

DETAILED DESCRIPTION

Hereinafter reference will now be made in detail to various
embodiments of the present invention, examples of which are
illustrated in the accompanying drawings and described
below. While the invention will be described in conjunction
with exemplary embodiments, it will be understood that
present description is not intended to limit the invention to
those exemplary embodiments. On the contrary, the invention
is intended to cover not only the exemplary embodiments, but
also various alternatives, modifications, equivalents and other
embodiments, which may be included within the spirit and
scope of the invention as defined by the appended claims.

It is understood that the term “vehicle” or “vehicular” or
other similar term as used herein is inclusive of motor
vehicles in general such as passenger automobiles including
sports utility vehicles (SUV), buses, trucks, various commer-
cial vehicles, watercraft including a variety of boats and
ships, aircraft, and the like, and includes hybrid vehicles,
electric vehicles, plug-in hybrid electric vehicles, hydrogen-
powered vehicles and other alternative fuel vehicles (e.g.
fuels derived from resources other than petroleum). As
referred to herein, a hybrid vehicle is a vehicle that has two or
more sources of power, for example both gasoline-powered
and electric-powered vehicles.

The terminology used herein is for the purpose of describ-
ing particular embodiments only and is not intended to be
limiting of the invention. As used herein, the singular forms
“a,”“an” and “the” are intended to include the plural forms as
well, unless the context clearly indicates otherwise. It will be
further understood that the terms “comprises” and/or “com-
prising,” when used in this specification, specify the presence
of stated features, integers, steps, operations, elements, and/
or components, but do not preclude the presence or addition
of one or more other features, integers, steps, operations,
elements, components, and/or groups thereof. As used herein,
the term “and/or” includes any and all combinations of one or
more of the associated listed items.

Further, the control logic of the present invention may be
embodied as non-transitory computer readable media on a
computer readable medium containing executable program
instructions executed by a processor, controller or the like.
Examples of computer readable media include, but are not
limited to, ROM, RAM, compact disc (CD)-ROMs, magnetic
tapes, floppy disks, flash drives, smart cards and optical data
storage devices. The computer readable medium can also be
distributed in network coupled computer systems so that the
computer readable media is stored and executed in a distrib-
uted fashion, e.g., by a telematics server or a Controller Area
Network (CAN).

The present invention provides a method for emergency
driving of a hybrid electric vehicle, in which enables the
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6

vehicle to perform the emergency driving in a limp-home
mode (=emergency driving mode) when a high voltage main
relay is abnormally off during driving of the vehicle.

The main components of a hybrid vehicle to which the
present invention is applied and the role and function of each
component are not different from those described with refer-
enceto FIGS. 1 and 2, and therefore, their descriptions will be
omitted to avoid redundancy.

FIG. 3 is a block diagram illustrating power transmission
flow in emergency driving of a hybrid vehicle according to an
embodiment of the present invention. FIG. 4 is a flowchart
illustrating a method for emergency driving of the hybrid
vehicle according to the embodiment of the present invention.

In the following description, the main components of the
hybrid vehicle will described with reference to FIGS. 1 and 2.

FIG. 5 is a diagram illustrating a voltage controllable out-
put of a second inverter, a demand output of a first inverter,
and a demand output of a high voltage component such as a
low voltage DC to DC converter (LDC) or an electric oil
pump (EOP).

First, it is decided whether a high voltage main relay 11 is
off during driving of the vehicle (S11). When the main relay
11 is in a normal state in which it is not off, the vehicle
maintains normal driving. When the main relay 11 is abnor-
mally off, the vehicle enters into an emergency driving mode
(limp-home mode) and performs emergency driving.

Here, the abnormal off state of the main relay 11 may occur
due to a defect of the main relay, a defect of a component
(BMS, etc.) related to control of the main relay, a defect of a
high voltage component, or the like.

When the vehicle enters into an abnormal driving mode, a
DC-link 7 is charged by a counter electromotive force of first
and second motors (MG1 and MG2) 3 and 5, generated by
driving energy of the vehicle or power of an engine 1 (S12).

In case of the emergency driving mode, rotators in the first
and second motors 3 and 5 are also rotated by the driving
energy of the vehicle or the power of the engine 1 during the
driving of the vehicle, and according the counter electromo-
tive force is generated in the first and second motors 3 and 5
by a change in flux of a stator coil.

More specifically, the first motor 3 can receive rotary
power transmitted from a wheel 9 according to the rotation of
the wheel 9 while the vehicle is driving. The second motor 5
is directly connected to the engine 1 by a belt or the like and
thus can receive rotary power of the engine 1 while the engine
1 is driving (i.e., while the starting of the engine is being
applied).

Accordingly, as the rotators of the first and second motors
3 and 5 are rotated even in a situation in which the main relay
11 is abnormally off; a counter electromotive force is gener-
ated by a change in the flux of the stator coil. The counter
electromotive force is charged in the DC-link 7 through the
recovery of a diode (reverse parallel diode connected to each
switching element in an inverter).

The counter electromotive force is a force in a direction
opposite to the driving direction of a motor. The counter
electromotive force is in proportion to the speed of the motor
(the counter electromotive force of the second motor directly
connected to the engine by the belt or the like is in proportion
to the speed of the engine). The counter electromotive force
may be defined by the following formula.

E=h,,, %0,

Here, E denotes a counter electromotive force, A, denotes
a counter electromotive force constant, and w, denotes a
rotary angular speed.
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In the emergency driving mode according to the present
invention, the counter electromotive force is charged in a
capacitor C of the DC-link 7, and the emergency driving is
performed using, as a power source, the DC-link 7 charged by
the counter electromotive force.

Next, it is decided whether the engine 1 is in a driving state
(i.e., whether the starting of the engine is applied) (S13). If the
engine is in a state in which it is not driven (a state in which the
vehicle is driven in an EV mode or the starting of the engine
is impossible when the main relay is off), the emergency
driving of the vehicle according to the present invention can-
not be performed, and therefore, the emergency driving mode
is ended.

On the other hand, if the engine 1 is in a state in which it is
driven (a state in which the vehicle is driven in an HEV mode
and an engine clutch is connected when the main relay is off),
a voltage control of controlling the voltage of the DC-link 7,
using the second motor 5 and a second inverter 6 in a state in
which the control of the second inverter 6 is possible, is
performed in addition to the charging of the DC-link 7 with
the counter electromotive force (S14).

Inthe emergency driving mode ofthe present invention, the
voltage of the DC-link 7 used as a power source is preferably
maintained constant in consideration of driving of a high
voltage component and stability of its output.

To this end, the voltage control of the DC-link 7, which
enables a constant voltage level to be maintained using the
second inverter 6, is performed by a voltage controller (not
shown), and the high voltage component is driven using, as a
power source, the DC-link 7 voltage-controlled as described
above.

In this state, a current control is performed so that a corre-
sponding torque is output from the second motor 5 according
to a torque instruction generated in the voltage controller,
thereby controlling the voltage of the DC-link 7. The voltage
controller controls the second inverter 6 by outputting a
demand torque instruction to the second inverter 6.

Here, the torque instruction for controlling the second
inverter 6, as shown in the following functional formula, may
become a value calculated according to a voltage target value
of'the DC-link 7 and a detection value that is an actual voltage
of the DC-link 7. In addition, the torque instruction for con-
trolling the second inverter 6 may be calculated with refer-
ence to a factor such as a rotary speed of the second motor 5.

T* 5= VDCJ?ﬁ Voo erm)

Here, T*, denotes a torque instruction of the voltage con-
troller with respect to the second inverter 6, V5 ,,denotes a
voltage target value of the DC-link 7, V.~ denotes an actual
voltage detection value of the DC-link 7, and W,,,,.. denotes a
rotary speed of the second motor 5.

Preferably, when generating a torque instruction, the volt-
age controller may be configured to compare the voltage
target value V., -of the DC-link 7 with the actual voltage
detection value V. of the DC-link 7 and add/subtract the
torque instruction according to the difference between the
voltage target value and the actual voltage detection value.

When the actual voltage detection value V- of the DC-
link 7 is smaller than voltage target value V. . of the
DC-link 7, the voltage controller may configured to generate
aregenerative torque instruction for generating a regenerative
torque. When the actual voltage detection value V- of the
DC-link 7 is greater than voltage target value V. . 0f the
DC-link 7, the voltage controller may be configured to gen-
erate a driving torque instruction for generating a driving
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torque (when the voltage target value and the voltage detec-
tion value are equal to each other, the torque instruction is
7ero).

Thus, the voltage controller controls the torque instruction
by actively dealing with a voltage drop of the DC-link 7 due
to the high voltage component or a change in the input counter
electromotive force, so that it is possible to constantly main-
tain the voltage of the DC link 7.

In the voltage control process, the voltage of the DC-link 7
is necessarily maintained at a level suitable for driving of the
high voltage component, and therefore, the voltage target
value of the DC-link 7 is previously set within an appropriate
voltage range of the high voltage component.

In the voltage control of the DC-link 7, it is decided
whether the voltage controllable output (power) of the second
inverter 6 satisfies a condition in which the driving of a first
inverter 4 and the driving of the high voltage component for
the emergency driving of the vehicle are possible (S15).

Here, when the voltage controllable output of the second
inverter 6 satisfies the condition, non-defect components
including an LDC 13, an engine clutch 2, a transmission, an
EOP 16 and the like are reactivated using, as a power source,
the DC-link 7 of which voltage is controlled by the second
inverter 6, in a state in which the charging and voltage control
of'the DC-link 7 are made (S16).

In addition, the engine clutch 2 between the engine 1 and
the first motor 3 is separated (S17), and the torque of the first
motor 3 is controlled using the first inverter 4, while using, as
the power source, the DC-link 7 charged by the counter elec-
tromotive force of the motor during driving of the engine 1,
thereby performing the emergency driving for driving the
vehicle (S18 and S19).

In the process of deciding whether the voltage controllable
output of the second inverter 6 satisfies the condition in which
the driving of the first inverter 4 and the driving of the high
voltage component for the emergency driving of the vehicle
are possible, the voltage controllable output of the second
inverter 6, the demand output of the first inverter 4 and the
demand output of the high voltage component may be used as
follows, and their examples are the same as shown in FIG. 5.

Satisfaction of the voltage controllable output of the sec-
ond inverter:voltage controllable output (T*_,xw,,) of the
second inverter>demand output (T*,,xw,) of the first
inverter+demand output of the high voltage component

Insufficiency of the voltage controllable output of the sec-
ond inverter:voltage controllable output (T* ,xm,,) of the
second invertersdemand output (T*,,xm,;) of the first
inverter+demand output of the high voltage component

Here, T* , is a torque instruction with respect to the second
inverter 6, m,, is a rotary angular speed of the second motor 5,
T*_, is a torque instruction with respect to the first inverter 4,
and m,, is a rotary angular speed of the first motor 3.

When the voltage controllable output of the second inverter
6 satisfies the condition in which the driving of the first
inverter 4 and the driving the high voltage component are
possible (satisfaction of the voltage controllable output of the
second inverter), the emergency driving (vehicle driving
through the driving of the high voltage component and the
control of the first motor) using the DC-link 7 as the power
source is performed (driving in the EV mode).

When the voltage controllable output of the second inverter
6 is insufficient, the emergency driving of the vehicle accord-
ing to the present invention cannot be performed, and there-
fore, the emergency driving mode is ended.

As described above, in the present invention, the DC-link 7
is charged by the counter electromotive force generated in the
first and second motors 3 and 5, and the high voltage compo-
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nent is reactivated using, as the power source, the DC-link 7
voltage-controlled through the second inverter 6. Subse-
quently, the vehicle is driven using the first motor 3 as a
driving source in the state in which the engine clutch 2 is
separated. Accordingly, the driving of the vehicle is possible
in the limp-home mode (emergency driving mode) even in the
situation in which the main relay 11 is off.

Particularly, in the present invention, power required to
drive the high voltage component such as the LDC 13, an A/C
15 or the EOP 16 can be provided while the voltage control of
the DC-link 7 is being performed using the second inverter 6.
Further, the driving of the first inverter 4 and the driving of the
first motor 3 are possible using the output of the DC-link 7,
and thus the emergency driving of the vehicle is possible.

In addition, the discharging of a low voltage (12V) battery
14 can be prevented by operating the LDC 13.

Meanwhile, FIG. 6 is a flowchart illustrating a method for
emergency driving of the hybrid vehicle according to another
embodiment of the present invention. When being compared
with the embodiment of FIG. 4, the embodiment of FIG. 6 is
different from that of FIG. 4 in that when the voltage control-
lable output of the second inverter 6 does not satisfy the
condition in which the driving of the first inverter 4 and the
high voltage component is possible, the driving of the vehicle
is performed through slipping of the engine clutch 2.

More specifically, in the embodiment of FIG. 4, when both
the driving of the first inverter 4 and the driving of the high
voltage component cannot be performed due to the insuffi-
ciency of the voltage controllable output of the second
inverter 6, the emergency driving mode is ended.

On the other hand, in the embodiment of FIG. 6, if the
voltage controllable output of the second inverter 6 satisfies
the condition in which both the driving of the first inverter 4
and the driving of the high voltage component are possible,
the vehicle is driven by the first motor 3 (driving of the vehicle
in the EV mode) (S16 to S19). However, if only the driving of
the high voltage component is possible due to the insuffi-
ciency of the voltage controllable output of the second
inverter 6, the high voltage component is driven (S15' and
S16'), and the vehicle is then driven through slipping of the
engine clutch (S17").

That is, in the condition in which only the driving of the
high voltage component is possible due to the insufficiency of
the voltage controllable output of the second inverter 6, the
high voltage component including the EOP 16 or the like is
driven using the voltage-controlled DC-link 7 as a power
source, and the slipping of the engine clutch 2 is controlled by
forming and controlling oil pressure. Simultaneously, the
emergency driving of the vehicle is performed using driving
forces of the engine 1 and the first motor 3 (driving of the
vehicle in the HEV mode).

Here, the condition in which only the driving of the high
voltage component is possible may be defined by ‘demand
output of the first inverter+demand output of the high voltage
component=voltage controllable output of the second
inverter>demand output of high voltage component’.

If even the driving of the high voltage component is impos-
sible due to the insufficiency of the voltage controllable out-
put of the second inverter 6, the emergency driving mode is
ended.

The invention has been described in detail with reference to
exemplary embodiments thereof. However, it will be appre-
ciated by those skilled in the art that changes may be made in
these embodiments without departing from the principles and
spirit of the invention, the scope of which is defined in the
appended claims and their equivalents.
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What is claimed is:

1. A method for emergency driving of a hybrid vehicle
which includes an engine, a first motor connected to the
engine through an engine clutch, the first motor being con-
nected to a vehicle wheel side so that power transmission is
possible, and a second motor directly connected to the engine
so that power transmission is possible, the method compris-
ing:

charging a DC-link with a counter electromotive force of

the first and second motors, generated by driving energy
of the vehicle or power of the engine when a main relay
is off during driving of the vehicle;

controlling the voltage of the DC-link, using a second

inverter connected between the DC-link and the second
motor in an engine driving state; and

using the DC-link of which voltage control is performed as

apower source for the emergency driving of the vehicle,
wherein, in the emergency driving of the vehicle using the
DC-link as the power source, the engine clutch between
the engine and the first motor is separated, and the
vehicle is then driven by a driving force of the first motor.

2. The method of claim 1, further comprising deciding
whether the voltage controllable output of the second inverter
satisfies a condition in which the driving of a first inverter
connected between the DC-link and the first motor and the
driving of a high voltage component are possible,

wherein, when the condition is satisfied, the emergency

driving where the vehicle is driven by the driving force
of the first motor is performed.

3. The method of claim 2, wherein, when the condition is
not satisfied, it is decided whether the voltage controllable
output of the second inverter satisfies a condition in which the
driving of the high voltage component is possible, and

wherein, when the voltage controllable output of the sec-

ond inverter satisfies the condition in which the driving
of the high voltage component is possible, the engine
clutch is controlled in a slipping state, and simulta-
neously, the emergency driving where the vehicle is
driven by the driving force of the first motor using the
DC-link as the power source and the power of the
engine.

4. The method of claim 2, wherein, when a voltage con-
trollable output (T* ,xm,,) of the second inverter>demand
output (T*,, xw,,) of the first inverter+demand output of the
high voltage component, it is decided that the voltage con-
trollable output of the second inverter satisfies the condition
in which the driving of the first inverter and the driving of the
high voltage component are possible, and

wherein T*,, is a torque instruction with respect to the

second inverter, w,, is a rotary angular speed of the
second motor, T* , is a torque instruction with respect to
the first inverter, and w,, is a rotary angular speed of the
first motor.

5. The method of claim 1, wherein, in the emergency driv-
ing of the vehicle using the DC-link as the power source, the
high voltage component is driven using the DC-link as the
power source.

6. The method of claim 5, wherein the high voltage com-
ponent includes an electric oil pump (EOP) for forming oil
pressure of the engine clutch and a transmission.

7. The method of claim 1, wherein, in the controlling of the
voltage of the DC-link, the second inverter is controlled to
receive a torque instruction for maintaining a constant voltage
from a voltage controller and to output torque according to the
torque instruction from the second motor.

8. The method of claim 7, wherein, in the controlling of the
voltage of the DC-link, the torque instruction for controlling
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the second inverter is calculated according to a voltage target
value of the DC-link, a voltage detection value of the DC-link
and a rotary speed of the second motor.

9. The method of claim 8, wherein, in the controlling of the
voltage of the DC-link, a regenerative torque instruction is
generated when the voltage detection voltage of the DC-link
is smaller than the voltage target value of the DC-link, and a
driving torque instruction is generated when the voltage
detection voltage of the DC-link is greater than the voltage
target value of the DC-link.
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